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PRESIDENT’S REPORT. 


Fort Wayne and Chicago Rail-Load Company's 
Office, Hort Wayne, December 6, 1854. 


Messrs. Winstow, Lanter & Co., New-York: 


I send you a copy of the report of Jesse L. Wirtrams, 
Esq., Chief Engineer, giving, in detail, the condition and 
prospects of our road. 

You already know the high character and matured ex- 
perience of Mr. Williams, as a civil engineer. He is, per- 
haps, the most able and reliable practical engineer in the 
country ; his statements merit the fullest confidence. 

Ags you have been before advised, the entire line of the 
Fort Wayne and Chicago Road (150 miles long) was let to 
contractors, for grading, bridging, track-laying, cross-ties, 
spikes, &., on the 21st May, 1853. 

Operations were commenced on that part of the line 
lying in the state of Indiana, (131 miles;) soon thereafter 
the work was vigorously prosecuted, until about the Ist 
July last, when, in view of the stringency in monetary 
affairs, the high rates of labor and provisions, it was thought 
expedient to suspend the work on the western division, and 
concentrate it on the eastern division, lying between ort 
Wayne and Plymouth, 65 miles. The grading and bridg- 
ing on the first 20 miles of this division, to Columbia, has 
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been so nearly finished, that it can be completed in time 
to keep out of the way of the track-laying, which may com- 
mence as soon as the iron rails can be forwarded from New- 
York and Quebec, at the opening of navigation next 
spring. 

In the mean time, economy would forbid the further 
prosecution of the earth work during the ensuing winter, 
excepting some of the heavier sections on the eastern 
division. 

Nine thousand tons of iron rails, of 60 lbs. to the yard, 
have been purchased and paid for—all of which, excepting 
a few tons, have been delivered at New-York and Quebec. 

The residue of the rails needed (7,000 tons) have been 
contracted for. 

The subscription to the capital stock of the Company to 
date, is $1,625,393, of which $1,205,768 has been paid; the 
residue will be paid as the work progresses. A good part 
of the amount paid was in valuable real estate, lying on or 
near the line of the road, taken at low prices. These lands 
have already increased in value—will increase still more 
when the road is completed. 

These lands are being sold, from time to time, by the 
Company. 

Active efforts are being made, at Chicago, along the 
line of the Road at Pittsburgh, Philadelphia and other 
places, to increase subscriptions to the capital stock of the 
Company, and it is hoped and expected that additional 
subscriptions will be obtained to the amount of from 
$300,000 to $400,000, by the 1st of July next. 

Up to the Ist of November last, about $1,100,000 had 
been expended on the line in construction, paying for iron 
rails, &e. 

The issue of 1st mortgage bonds of the Company is for 
$1,250,000, of which over one half have been sold; the 
residue are for sale. 

It is the purpose of the Company to proceed with great 


5 


caution in the expenditure of money; a rigid system of 
economy has been enforced; no unnecessary expenditure 
will be made. ; 

It is the purpose of the Board of Directors, for the pre- 
sent, to direct their efforts to the early completion of the 
division lying between Fort Wayne and Plymouth. This, 
when done, will give a temporary communication with 
Chicago; as that part of the Peru and Laporte Road lying 
between Plymouth and Laporte, is now ready for the su- 
perstructure. So soon as a communication with Chicago is 
made, the line will pay well on its cost. 

Beyond Plymouth, to Chicago, the line will be hereafter 
completed as the means of the Company will permit. 

The Ohio and Indiana Railway, which connects with the 
Fort Wayne and Chicago Road at Fort Wayne, was com- 
pleted and opened for business on the first of November 
last. The receipts of that road are quite satisfactory— 
being about $80,000 per month, and increasing greatly. 

When the entire line is open to Chicago, the receipts 
will be little, if any, below that of the Michigan Southern 
line, at the same period of its opening. 

The Fort Wayne and Chicago Company has set aside 
$20,000 per year, out of the net profits, to begin one year 
after the road is completed, as a sinking fund, to pay off 
the funded debt of the Company, to be increased $2,000 
per year, until the sum shall reach $30,000 per year. This 
fund is irrevocably pledged for the above purpose. 

Accompanying the Report of the Engineer, is a map of 
our line, with its connections, prepared by him with great 
care and accuracy, and is the only correct one published. 


SamurL Hanna, 
President. 


ENGINEER’S REPORT. 


TEINGINEER’S OFFICE, 
fort Wayne, Nov. 1st, 1854. 


To the President and Directors of Fort Wayne and 
Chicago Rau-Road: 


Gent.,—Soon after the meeting of the Board, in April 
last, it was deemed prudent, from the unfavorable aspect of 
financial affairs, to lessen the force on the road west of Co- 
lumbia. By advice of the President, an order to this effect 
was issued on the 8d June. The progress of the work east 
of Columbia was still urged, and for some time the hope 
was entertained, that means adequate to the completion of 
this division, by 1st January next, might be procured. But 
the continued depression of rail-road securities rendered it 
inexpedient, in the judgment of the President, to press the 
sale of bonds; and at a later period, work was measurably 
suspended, excepting on the first division from Fort Wayne. 
On the entire line to Chicago, the labor of grading and 
bridging, and delivery of cross-ties, is about two fifths per- 
formed. 

The right of way for the whole route has been arranged, 
as far west as the vicinity of Chicago, and, with one 
exception, inconsiderable in amount, has been paid for. 
Thence to our proposed depot grounds, near the heart of 
the city, a large proportion has been settled and paid. 
Ample grounds have been purchased for the outer depot, 
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affording a favorable connection with the lake and canal 
commerce. At Fort Wayne, and all important points inter- 
mediate, depot grounds have been procured. 

The entire road, with the track laid and prepared for 
through business, with partial ballasting, is estimated to 
cost $2,688,448, including right of way and depot grounds, 
with commissions, exchange, insurance, and all other ex- 
penses connected with the purchase and delivery of iron 
rails. With full equipment, depot buildings, ballasting 
and fencing, it is estimated to cost $3,143,448, averaging 
$21,384 per mile. (See estimate in detail appended.) 

The iron rails purchased are of the common pattern of 
heavy T rail, weighing 60 lbs. to the yard. The estimates 
and plans are all made with a view to a first class road, in 
all respects. The physical characteristics of the route are 
most favorable. They may be stated briefly as follows: 

Total length, 147 miles ; of which 144 miles are straight 
line, and but three miles of curved line; shortest radius 
of curvature, 3,820 ft.; total deflection is but 207 degrees; 
total ascent, going west, 697 ft.; total ascent, going east, 
889 ft.; maximum grade, 26,4, ft. per mile. The forma- 
tion of the country is favorable for good drainage, and excel- 
lent gravel for ballasting is found on the line of the road. 
The avoidance of large water-courses cheapens the route, 
both in construction and repairs; only 1,100 ft. of truss 
bridging is required on the whole road. 

The directness of the route, for all practical purposes a 
straight line, from the southern bend of the lake to Fort 
Wayne, removes all apprehension of “ cut-offs,” and guards 
against any necessity for making branch roads. 

From these features it will be noticed, that in all the ele- 
ments favoring the highest rate of speed, and the greatest 
freedom from accidents, this route is not surpassed, if, in- 
deed, it be equalled, by any other of the same length, even 
on the level plains of the West. 

The same favorable characteristics as to grades and cur- 
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vature continue by this route in its extension eastward. 
From Chicago to Wooster, 335 miles, or to Cleveland, 353 
miles, no grade occurs higher than 26 ;*, feet per mile, ex- 
cepting one 380 feet grade, descending to the Cleveland 
Depot. Between Chicago and Crestline, 278 miles, there 
is but 63 miles of curved line, and thence to Cleveland the 
alignment is alike favorable. 

As a starting point for eastern travel and a place of dis- 
tribution for the great tide constantly flowing westward, no 
one of our western cities can compare with Chicago. Her 
geographical position, and the relations sustained to the 
great northwest, necessarily gives this city such pre- 
eminence. 

A glance at the great rivers, the Mississippi and Missouri, 
and the extensive region drained by them and their tribu- 
taries, as it spreads out upon the map, will indicate the basis 
upon which this statement is made. Estimating only the 
area contained within the upper section of these two great 
valleys lying north of the parallel of Chicago, there.will be 
found territory enough for an empire. Comparing it, for 


- the purpose of obtaining a more definite idea, with other 


valleys whose present resources and population are known, 
it will be found that the drainage of the Mississippi alone, 
above the Des Moine, and including that tributary, is great- 
er than the entire territory drained by the Ohio above Cin- 
cinnati; while the country drained by the Missouri, above 
and including the Platt river, is at least 100 per cent. more 
extensive than the region drained by the Ohio above the 
point named. Or to make another comparison, by which 
the mind may be further aided in grasping the future of the 
northwest, it may bestated that the region embraced within 
the valleys of these two great rivers above the point named, 
is not less in area than 200,000 square miles, leaving out the 
spurs and slopes of the Rocky Mountains, and the barren 
plains beneath them, which is equal in extent to five states 
of the size of Ohio. 
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While it is safest, in any estimate of these new territo- 
ries, to make liberal deductions, yet it is not probable there 
will be found in them so large a proportion of waste land, 
with all their plains and marshes, as in the now populous 
state of Pennsylvania, if her extensive mountainous districts 
are duly considered. The greater part of it is known to be 
exceedingly fertile. 

Now the point to which I wowd here call attention, is 
the certain tendency of all this extensive country to Chica- 
go, in its business relations, and with its future travel, and 
its lighter transportation. New-Orleans and St. Louis 
will no longer hold the main business of these valleys. 
New-York, Philadelphia and other great marts on the east- 
ern seaboard, with their advantages of climate, of foreign 
commerce, and their great concentration of capital, must 
draw in that direction the business of this region, even to 
the base of the mountains; and as an intermediate market, 
Chicago will command this trade. 

So far as respects the travel and other razlway business 
of the northern part of the country under consideration, its 
concentration at Chicago is for ever secured by a marked geo- 
graphical feature. Lake Michigan stretches to the north for 
350 miles, presenting a barrier to railway communication, 
insurmountable and perpetual. The travel at all times, and 
the transportation for half the year, even from Milwaukie, 
Madison and St. Pauls, must first reach Chicago as a start- 
ing point for the East. Since railways have become the 
favorite and general mode of travel, this lake will prove 
beneficial to Chicago as a point, in the obstructions which it 
presents, as well as in the facilities which it affords. The 
back country thus made tributary to Chicago, and to her 
three eastern rail-roads, extends from the mouth of the 
Des Moine to the Falls of St. Anthony, and from Lake 
Michigan to the western boundary of Nebraska. It includes 
six degrees of latitude, and in area about equals France and 
England combined. 
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That portions of this vast territory, from want of timber 
and other causes may for some time remain unoccupied, is 
a contingency which I do not overlook. And yet we shall 
probably be disappointed in the rapid spread of population 
over the prairies, pineries and mineral districts of the west 
and northwest. Our farmers have just learned how little 
timber is really essential, and how much less the evil of a 
scarcity than a redundance. Nor isthe high latitude of the 
extreme northern portion an insuperable barrier; there are 
those who prefer such aclimate ; it will invite and sustain a 
hardy and vigorous race of men. Six years since, the Falls 
of St. Anthony was considered beyond the verge of civili- 
zation, and to be visited only by the romantic admirers of 
waterfalls, and wilderness scenery ; now a growing city of 
6,000 people is there, and the promising state of Minnesota 
will soon seek admittance into the Union. Ere long the 
Upper Missouri will be reached, and towns and cities will 
rise in that more distant valley. If, with the present popu- 
lation in these northwestern states and territories, and but 
70,000 people in Chicago, sufficient travel and traffic have 
been thrown upon the two roads leading eastward from that 
city to have established so fully their character as favorite 
paying stocks, no one can doubt that with this rapid growth 
the business will liberally sustain three rail-roads, (and 
there can be but three,) running towards the eastern cities, 
so soon as the third one can be finished. 

Of the immense emigration westward, the greater part, 
it will be observed, is tending north of the 40th parallel. 
It is estimated that lowa alone has received, by emigra- 
tion, near 100,000 souls during the past year. With the ex- 
ception of the foreign element, it is mainly furnished from 
the northern and middle states, including Ohio, verifying the 
general rule that the movement of population is by parallels 
of latitude. I'ree schools and free institutions have made 
their impress upon these people, developing a character 
marked with intelligence, activity and enterprise. Com- 
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munities trained under such influences, including even the 
masses, are found to be a travelling as well ag a producing 
people.* The east and west rail-roads from Chicago are, 
therefore, in the line of socval as well as commercial inter- 
course—a fact having no small bearing upon their future 
productiveness. 

A portion of eastern travel now taking Chicago in its 
way, will be diverted with the opening of the roads leading 
east from St. Louis. Another route through Naples, Spring- 
field and Danville, connecting with the Toledo, Wabash and 
St. Louis Road, may be opened at a period not distant. 
Further north than this, until reaching Chicago, the prospect 
is not favorable for the early completion of any east and 
west road, especially under the adverse policy foreshadowed 
by the general government respecting grants of land. 
With the exception of the St. Louis travel, the diversion 
from the opening of these roads will be inconsiderable, 
and will be made up by the increase from the north. 
Travel is strongly drawn after the staple productions, and 
for the heavy and bulky products of Illinois and Iowa, there 
is a controlling attraction in the lake navigation, and in the 
great interior market to be built up through its influence. 
The large and excellent canal from the Illinois river, tends 
strongly to centre at Chicago the trade from the southwest. 

The navigation afforded by the chain of lakes, in con- 
nection with the enlarged Erie Canal or the St. Lawrence, 
will ever form a remarkable feature in our internal com- 
merce. Considering its extent, there is nothing like it on 
the globe. Through these artificial and natural channels, 
this most perfect navigation is extended inland from the 
ocean a thousand miles, reaching nearly to the centre of 
the continent. And yet it is no rival to the rail-roads lead- 


* The larger amount of railway business furnished by a northern than a 
southern population is well understood. Even between northern and southern 
Illinois, the difference in the habits of the people is said to be striking. 
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ing in the same general direction, but auxiliary to them. 
To the water-channel belongs the heavy business, while 
the transaction of this, with its attendant results, creates 
business for the rail-roads. The export of five millions 
bushels of corn in the space of a few months, which has 
been done during the past season, from Chicago, in addi- 
tion to the very large movement of lumber, &c., could 
scarcely have been accomplished except by means of the 
lakes. 

I have made no allusion to the anticipated rail-road con- 
nection with the Pacific, preferring to enumerate only 
those advantages which are without contingency. When 
this shall have been accomplished, whatever may be the 
route, Chicago will be in a position to share largely in its 
benefits. She is stretching out her iron arms towards the 
setting sun, and these in their widening embrace will gather 
a liberal proportion of the commerce of the Pacific, when- 
ever this shall have been reached. 

The tabular statement hereto appended shows that of the 
numerous rail-roads and their branches, extending westward 
from Chicago, 1,648 miles are already running, connecting 
with the Mississippi at four different points, from Alton to 
Galena. 

This general view of the northwest, and of its relations 
to Chicago, will indicate the basis of the large anticipations 
generally indulged as to the future of that city, and will 
sustain the high estimate I have placed upon it as a start- 
ing-point for eastern rail-roads. Indeed, the present busi- 
ness of these roads verifies the view I have taken. There 
is perhaps nowhere else such a thoroughfare of passenger 
travel as on the Southern Michigan Road. During the past 
season, except when checked by the epidemic, the daily 
average on this road alone was near 3,000, in both direc- 
tions. As to freight, the road seemed unable to carry all 
that offered, and the delay in transporting to market the 
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products of the country has demonstrated the need of a third 
eastern road. 

The Fort Wayne and Chicago Road has not been projected 
as a rival to the two eastern roads already in operation, but 
had its origin in the conviction that from a point like Chi- 
cago, with its concentration of business, these three roads 
would be fully sustained, and were actually needed. It is 
the natural extension of the Pennsylvania chain of roads 
to the northwest, and is now the only link wanting, but 147 
miles—the Ohio and Indiana Road being completed to Fort 
Wayne—to open the direct railway communication between 
Philadelphia and the Mississippi, at Rock Island, Galena, 
Burlington and Alton. 

But while its relations are more directly with Philadel- 
phia and Pittsburgh, a connection is at the same time formed 
by this route between Chicago and New-York fifty miles 
shorter than by any other. The distance from Chicago to 
New-York by the three roads is as follows: 

By Southern Michigan Road, as now run, through Toledo 
to Dunkirk, and thence by Erie Road, 967 miles, or after 
the opening of the air-line from Goshen to Toledo, 956 
miles. 

By Michigan Central Road through Canada, and thence 
by New-York Central and Hudson River Roads, 960 miles. 

By Fort Wayne and Chicago Road, through Fort 
Wayne, Pittsburgh and Philadelphia, 906 miles. 

Another eastern outlet has been commenced from Crest- 
line to New-York, va the Franklin and Warren, Venango 
and Sunbury and Erie Rail-Roads; and still another from 
Fort Wayne through Tiffin and the Clinton line, both of 
which claim to lessen the distance to that city very mate- 
rially, even over the Philadelphia route. Should these 
roads be completed, or either of them, the Fort Wayne and 
Chicago Road will be in a position to avail itself of the ad- 
vantage, thus maintaining superiority as to distance, under 
any circumstances. 
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As a through route from Chicago to Cleveland, or Dun- 
kirk, your road, in connection with the Ohio and Indiana, 
and the eastern section of the Cleveland and Columbus 

»Road, may claim the advantage over any other. It is 
a trifle shorter than by the Southern Michigan, as now 
run, and but eight or ten miles longer, after the opening 
of the air-line from Goshen to Toledo, which is compen- 
sated by its remarkable exemption from curvature. The 
routes being thus equal as respects running time, for which 
conclusion we have the highest rail-road authority, the ad- 
vantage of an uniform gauge (4 ft. 10 in.) from Chicago to 
Cleveland, Dunkirk and Buffalo, which for freight is impor- 
tant, will give to the Fort Wayne route the preference. 

This comparison of distance is by the Norwalk route— 
the small saving of distance by the junction road being 
overcome, as is supposed, by the want of connection at 
Cleveland. | 

Comparing distances from Chicago to Albany and Boston 
by Michigan Central Road through Canada, with the Fort 
Wayne and Chicago Road, by Cleveland and Buffalo, we find 
the former 17 miles shortest. But engineers have heretofore 
estimated the ferriage of Detroit river as equivalent to 20 
miles distance, and the probable detention by breaking up 
long trains at the Niagara Suspension Bridge, as equal to 
ten miles, which gives the advantage to the Fort Wayne and 
Cleveland route by 18 miles, to say nothing of the general 
preference for the American side of the lake. 

With this prospect of sharing liberally in the travel to 
New-York city, and in the travel and freights passing over 
the New-York Central and the Erie Roads, your line, be- 
yond dispute, will present the natural and shortest route 
to Pittsburgh, Philadelphia, Baltimore and Washington 
city, and for all Pennsylvania, and Central and Southern 
Ohio. 

An inspection of the map will confirm and illustrate these 
conclusions, as to the advantages of the Fort Wayne and 
Chicago Road, in connection with the Ohio and Indi- 
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ana Road, as a through line to the East. The important 
fact bearing upon the question is this, that while the gene- 
ral direction from Chicago to Crestline is so far south as to 
control the travel and traffic to the southeast, it yet does 
not bear so far south of Lake Erie as to prevent its receiving 
an equal proportion with the other lines of the business 
emanating from the more northern cities, such as Boston, 
New-York, Albany, Buffalo and Cleveland. 

For local and way business, the Fort Wayne and Chi- 
cago Road will be favorably situated. It traverses six 
counties in Indiana, touching the county town of each, 
with one exception; thus subserving the interests and 
securing the support of the entire people. Excepting 
around the bend of the Lake, it is far enough removed 
from the Northern Indiana Road, on the one hand, and 
the Wabash Valley Road on the other, to secure ample 
local support. The route is through the heart of Northern 
Indiana, a portion of the West widely known for fer- 
tility and productiveness, especially in the great staple of 
wheat. | 

At Fort Wayne we intersect, also, the Toledo, Wabash 
and St. Louis Rail-Road, to bé opened in a few months as 
far west as that point. The Wabash and Erie Canal is 
also crossed at Fort Wayne, which, by its cheap trans- 
portation of heavy products, will draw over our road’ the 
trade of a large portion of Northern Indiana. Three other 
rail-roads have been commenced, diverging from Fort 
Wayne in a southern direction, towards Dayton, Cincin- 
nati and Louisville, and also one running due east, through 
Tiffin ; all or either of which, if finished, will contribute to 
our business. At Plymouth, 64 miles west of Fort Wayne, 
we cross the proposed road from Laporte, on the Southern 
Michigan Rail-Road, to Peru, on the Wabash and Erie 
Canal. Ninety-five miles west from Fort Wayne, the New- 
Albany and Salem Road is crossed—a finished work, 
connecting our line with Michigan City, on the Michigan 
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Central Road, and with Lafayette on the Wabash. About 
27 miles east of Chicago, our road is intersected by the 
one running from Joliet, on the Rock Island Road, to the 
Michigan Central Road, commonly called the “ cut-off.” 

The probable intersection of the Cincinnati, Logansport 
and Chicago Rail-Road with the Fort Wayne and Chicago 
Road at Valparaiso, 424 miles east of Chicago, may be 
referred to as a feature of interest to both roads. The Cin- 
cinnati Road will not be materially lengthened, while no 
detention to the passengers need occur—the gauge being 
the same. Oe: er 

I have thus pointed out some of the characteristics of the 
enterprise in which you are engaged, that seem to single it 
out from the great mass of rail-road projects now strug- 
gling for completion, and which, in my judgment, will 
place it, when completed, high in the list of paying roads. 
As respects the through travel, it will be little if at all in- 
ferior to the Southern Michigan Road. While the one 
route possesses superiority for half the year, in its direct 
connection with the west end of Lake Erie, to the other 
belongs the compensating advantage of an interior loca- 
tion, or inside track, for the whole distance to Crestline, 
intercepting the travel from the entire country south and 
southeast of the road. Through our road the city of Chi- 
cago becomes connected by an unbroken gauge with Cin- 
cinnati, Columbus, Wheeling, Pittsburgh, Sandusky, Cleve- 
land, Erie and Buffalo. 

The actual earnings of some of the leading roads center- 
ing at Chicago, may be stated in this connection. 

The gross earnings of the Southern Michigan Road, since 
its opening, have been for the first year, $1,200,922, 
averaging for the 278 miles then in use, including the 
Monroe Branch, $4,320 per mile; for the second year, 
$1,813,583 ; or, for the 288 miles then in use, $6,297 per 
mile; and for the third year, ending Ist July, 1855, they 
are estimated by Mr. Jervis at $2,250,000—averaging 

2 


18 


$7,143 per mile, on the 315 miles of road in use—which 
includes all their finished branches. For the single month 
of October last, the receipts were $286,000. 

The receipts of the Michigan Central Road, 282 miles 
long, for the year ending 1st December, as I am informed 
by the superintendent, will vary but little from $1,825,000, 
which gives an average per mile of $6,472. Or for the 
year ending 1st July, 1855, he estimates it at two millions, 
averaging $7,092 per mile. The receipt of $275,000 for 
the month of October just passed, would seem to warrant 
this estimate. 

On the Galena and Chicago Union, with the several 
branches, as now run, amounting to 186 miles, $762,979 
have been received for six months ending with October, 
which would indicate a yearly receipt of $1,400,000, allow- 
ing for the lighter business of the winter, averaging $7,527 
per mile. As the connection with the Mississippi was 
not made till the close of the half year named, an increas- 
ing revenue may with reason be expected. 

The Chicago and Rock Island Road, 181 miles long, was 
opened to the Mississippi last spring. For six months end- 
ing with October, the receipts were $698,773, which will 
give a yearly average exceeding $7,000 per mile, allowing 
for the diminished traffic of the winter. 

These results confirm the preceding train of argument, 
and vindicate the high estimate placed upon Chicago as a 
starting point for rail-roads. They prove that an active 
people, with large business operations, are already upon the 
upper waters of the Mississippi, and they show whither the 
population is tending. Whatever disappointment may have 
resulted from the investment of capital in ill-advised rail- 
road projects, there can be no such failure in respect to the 
leading east and west lines, touching in their course the 
southern extreme of Lake Michigan. These large receipts 
further demonstrate that a rail-road im the right direction, 
and with the proper terminz, must be amply remunerative, 
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notwithstanding the temporary undervaluing of this species 
of property to which injudicious projects and extravagant 
management have naturally led. Roads thus located, con- 
nect themselves with the actual daily wants and uses of so- 
ciety, and must, therefore, under good management, prove 
a productive and reliable investment. Had the expendi- 
tures upon the Southern Michigan Road been confined to 
the construction of a single main route between Toledo and 
Chicago, (the branches adding little to the income,) the en- 
tire cost would have been equalled by the gross receipts of 
three years, or the net earnings of six years, with its present 
large traffic. The lesson of the past would seem, therefore, 
to point to an intelligent discramination among rail-road 
enterprises, rather than promiscuous wholesale rejection. 
Your road, in its direction, its characteristics and its busi- 
ness, resembles more the Southern Michigan than any other 
work, and its earnings, in proportion to length, cannot be 
materially less. Considering the fact that on the latter 
work there are branches, which go to reduce the average 
per mile, and allowing, also, for the general advance of 
the country in the four years that will have intervened, 
it must be quite safe to estimate the gross receipts per 
mile, the second year after opening, at seven-eighths of 
the second year’s receipts on the Southern Michigan Road, 
or say $5,500 per mile, giving a total gross 
FECGipt OL. J sialsresajnc's alte « Jaman sige’ Wiss SSO BOO 
Deduct running expenses, 50 per cent., ..++.+6. 404,250 


Net earnings, ..... sate stm “a PURO RE i -- $404,250 
Deduct, also, to be set apart as a yearly sinking 
an RO er aie coseseeee 22,000 


———— 


Leaving, for interest on bonds and for dividends,. $382,250 


which is sufficient to meet the interest, at 7 per cent., on 
$1,750,000 bonds, should the Board see proper to issue bonds 
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to that extent, and pay a dividend of a fraction less than 
15 per cent. on $1,750,000 stock. . 

It will be observed that the average per mile assumed as 
a basis for the estimate of gross income for the second year, 
is materially less than has actually been received on either 
of the four Chicago roads referred to; and yet it is difficult 
to perceive why the Fort Wayne and Chicago Road may 
not prove as productive as either of the others, considering 
all its bearings and connections. 


Respectfully submitted, 
J. L, WitraMs, 
Chief Engineer. 


FORT WAYNE AND CHICAGO RAIL-ROAD. 
Leneru 147 Mixes. 
Estimated Cost essential to opening the Road at contract prices. 


Grading and bridging, as per contracts,...+- $684,232 78 
Track-laying, (including ties, chairs, spikes, 

as per contract,) with 13 miles side track, 264,216 00 
Running out iron and ties, not in contract,.... 10,000 00 
Water-stations, temporary machine-shops and 

depot-buildings, wood, &ec., for track-lay- 

ing and commencing business,.......-. 70,000 00 
Repairing track until finished, with partial 

PAGAL Vara eicic'o os o sly ve cietvinis wine e é 50,000 00 
Engineering from commencement of survey 

filPopening of-road,..<3. eile <s0's he see ces 100,000 00 
Pay of officers and incidental expenses,.---- 385,000 00 
Rolling machinery for tie hide and bal- 


lasting ss’. soeccceccevarse nose cvesvede 60,000 00 
Right of way and dapat aude i Van Bu- 
ren-street, in, Chicago,..¢...esseecceen 250,000 00 


Tron rails, 60 Ibs. per yard, delivered ie Fort 

Wayne and Chicago, with 13 miles of 

side-track, including duties, exchange, in- 

surance and COMMISSIONS,.. +++ .ceceeee 1,190,000 00 
Allowance for unforeseen contingencies,..... 25,000 00 


Total to opening of road, ready for through 
business,...scescces eee cece cece cece G,058,448 %8 
To which must be added during first and second 
years after opening, as follows : 

For completing the ballasting,......+++.++. 50,000 00 
rolling machinery, additional,....... »»- 800,000 00 
** depot-buildings, machine-shops, &.,.... 75,000 00 
“ fencing whole road,.cescossssrcceecese 30,000 00 


Total cash estimated,..++ceseseeeeee+$3,143,448 78 
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List of Rail-Roads Centering at Chicago from the West. 


Totallength Miles now 
in miles. running. 


Illinois Central, from Chicago to Cairo,.. 365 278 
Do. do. from Galena to Centralia, 324 324 
Extension of same from Galena to Du- 
DNGUC,|caivsibieie s Weis y oldie +o owns elh ise iy ommmEe 
Chicago and Mississippi, from Chicago to 
PATTON, su hele oles e'acreheeinle 0 «o's 9 es 06 ase ne 261 
Extension from Alton to St. Louis,...... 24 
Chicago and Rock Island,............-. 181 181 
Bureau Valley, Branch of same to Peoria, 474 4T4 


Chicago and Aurora, to Mendota,........ 89 89 
Military Track, from Mendota to Bur- 
LinGtOn,..cceccsccccsccrsecececeseee 123 128 


Northern Cross, Galesburgh to Quincy,.. 100 
Galena and Chicago, Union to Freeport,.. 121 121 
Beloit Branch of do. to Madison,...... 124 24 
Mineral Point*Branch,. 22%... scree weale | aB0 
Dixon, Towa, Central, to Fulton,........ 185 -110 
St. Charles and Mississippi Air Line, to 

DavVannah, 26.44 s' vs o's.» o's sie wtp acne Mr 
Illinois and Wisconsin, to Madison,...... 1234 52 
Extension of same to St. Pauls, probably.. 240 
Branch of do. to Fond duLac,........ 86 
Southern Wisconsin, Janesville to Du- 

DUQUE). aisle es sieleie ccaia salve 0 oes ee iG MMOL 
Fox River Valley, from Elgin to state line, 33 
Chicago and Milwaukie,.........ss000. 84 38 


Total. ..ese eevee 02,749 "4 116488 


Norr.—lIt will be seen that only the roads east of the Mississippi are here 
embraced. The leading trunk lines have their projected extensions into Iowa, 
and to the Missouri River. It is supposed that Iowa City, the capital of the 
state, will be reached in the course of the next summer. There are also other 
lines east of the Mississippi, making in all a system of rail-roads from the west- 
ward finished, constructing and projected, of many thousand miles, 

The column of running roads embraces, in a few instances, portions not now 
in ee ation, but only such as are 9 for, and certain to open in the | 


a aS? 


res 
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List of Rail-Roads Centering at Chicago from the West. 


Saale. 
Illinois Central, from Chicago to Cairo,.. 365 

Do. do. from Galena to Centralia, 324 
Extension of same from Galena to Du- 

DUQUC, Secsticsceowevesecccstceenevte OO 
Chicago and Mississippi, from Chicago to 

PAICON, Sub icse caine Wh edcks «> s'> scan tien ene 
Extension from Alton to St. Louis,...... 24 
Chicago and Rock Island,.............. 181 
Bureau Valley, Branch of same to Peoria, 474 
Chicago and Aurora, to Mendota,........ 89 
Military Track, from Mendota to Bur- 

LIN DUNS lene o> sive Sele > ss > eee meee 
Northern Cross, Galesburgh to Quincy,.. 100 
Galena and Chicago, Union to Freeport,.. 121 
Beloit Branch of do. to Madison,...... 124 
Mineral Point*Branch cts. 2.33 i dedeleae 
Dixon, Towa, Central, to ‘Walton; *.:.'.2%..%°* 405 
St. Chives and Mississipi Air Line, to 

DAVANTAN, c's ss ois wie ols. o's "ie belts eee ML OU 
Illinois and Wisconsin, to Madison,...... 1234 
Extension of same to St. Pauls, probably... 240 
Branch of do. to Fond dulac,........ 86 
Southern Wisconsin, Janesville to Du- 

PUG TCS. cote sie e'elcs wideteelins « oi cleute SUR WET AMO 
Fox River Valley, from Elgin to state line, 33 
Chicago sand, Milwaukioys... +005 seesss 0 Be 


Poul. sede, VR ee 2,749 

Norz.—It will be seen that only the roads east of the Mississippi are here 
embraced. The leading trunk lines have their projected extensions into Iowa, 
and to the Missouri River. It is supposed that Iowa City, the capital of the 


state, will be reached in the course of the next summer. 
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There are also other 
lines east of the Mississippi, making in all a system of rail-roads from the west- 
ward finished, constructing and projected, of many thousand miles, 

The column of running roads embraces, in a few instances, portions not now 
in operation, but only such as are 9 for, and certain to open in the | 
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